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This month we salue the ROCKY MOUN- 
TAIN REGION and especially that attractive 
sparkplug of efficiency, DOTTIE RUSSLER. 
We are starting a new system of collecting 
material and as you will notice much of 
Panorama this month has been written by 
members of the above-mentioned region. We 
have taken their copy and added to it na- 
tional news received from other sources and 
hope you, the reader, will be pleased with 
the result. 


If this plan is a success, it should provide us 
with an ever-increasing flow of news and 
comment from around the country and pro- 
vide many pages of interesting reading. This 
is in addition to the pressure being removed 
from the editor. 


We think Dottie and Friends have done a 
good job and think you will agree. We are 
looking forward next month to the efforts of 
ART FREDERICK and the HUDSON-CHAM- 
PLAIN REGION. 


FOR SALE 


Porsche Spyder RSK, completely rebuilt, gen- 
uine Factory parts, in top condition, ready to 
race, European Hillclimb-Championship. Sepp 
Greger, Ludwig Thoma-Ostend Strasse, 
Dachau, Germany. - 


Carrera Speedster, 1956, 1500GS. Red, tan 
interior, coupe seats, new top, tonneau cover, 
Mauro wheel, special exhaust, Cont. tires (2 
new ), 4 racing Dunlops, low mileage, street 
use only last 8 months, very clean, $2,500. 
Harry F. Smith, Jr., 150 Dolbow Ave., Penns 
Grove, N. J., Ax 9-5308. 


New Black Tonneau Cover with fasteners for 
1958 Porsche Convert. H. E. Williams, R.D. 
#2, Cazenovia, N.Y. OVERBROOK 2-9407. 


YOUR REGION’S PUBLIC RELATIONS 
AND YOU 


Why worry about public relations in your 
Region? Because good public relations activi- 
ty on the part of every member, plus a good 
publicity program by the Region’s Publicity 
Director, will mean better understanding and 
support for PCA, and its goals and programs. 


Too often residents of a community—even 
members of other sports car clubs—may have 
an incomplete or confused image of PCA. 
How about the people of your community? 
Do they TAR all sports car clubs with the 
same brush? If so, what is your Region doing 
to correct this impression? 


Whose job is public relations? You've heard 
it said before, and it’s still true—public rela- 
tions is every member’s job! The officers and 


Publicity Director can’t do the job alone. 
Every PCA member has a share and a stake 
in this effort. Every PCA member is helping 
to shape public opinion of PCA. Whatever 
you say and do, wherever you are, you help 
build an image of our organization. Because 
of this important part you play in shaping 
public opinion, every member should be 
familiar with the General Objectives of PCA 
and abide by them. 


(Next issue: Role of the Regional Publicity 
Director.) 
Paul R. Heinmiller 
Hudson-Champlain Region 


PUBLIC RELATIONS VIA TV 


Tim Blakeley’s cabriolet and Otis Moneyhun’s 
wire-wheeled sun-roof coupe (with owners) 
have been appearing on TV Saturday morn- 
ings where these members along with Sgt. 
Gerry Howard of the Indiana State Police 
have been conducting a series of rallies. Their 
presentations are aimed at informing the 
public of the emphasis on safety which dis- 
tinguishes these events, and of the meticu- 
lous precision driving which is so essential to 
a successful rally. In turn, this is pointed to 
by Sgt. Howard as a fine example to be fol- 
lowed by all drivers in everyday driving. This 
cooperation given our activities by the In- 
diana State Police is outstanding and unique. 
It is helping to create a favorable public 
attitude—a necessary condition if rallies are 
to be continued. Moreover, this kind of pub- 
licity certainly puts us on our best behavior. 
We just don’t dare let Sgt. Howard down (or 
our improving reputation) by any silly care- 
less driving. 


Central Indiana Region 





TV Projection. Sgt. Jerry Howard, Indiana State Police, Tim 
Blakeley, PCA, and wife seated in Porsche, and Barbara 
Langsenkamp, national Rallyist. 


As viewed on TV screen. Sgt. Jerry Howard, Otis Moneyhun 
and Tim Blakeley, PCA, Chuck Langsenkamp, SCCA regional 
Rally editor. 
















© After a couple of laps around Lime Rock, Dottie Russler 
) decided to return the borrowed helmet and put the hub caps 
back on Bessie. Denise McCluggage needn't worry! 














In the eyes of some our sport is approaching 
a fork on an unmarked highway where we 
must pause, glance at our map, take an 
odometer reading, perhaps make a calculation 
or two, and ask, “Where do we go from here?” 


We have reached a point where we must 
examine our landmarks and decide whether 
we want to be where we are, or whether we 
should go back to the last fork and take the 
other road. What will backtracking cost—a 
change in policy, an apology? Or are we 
exactly where we ought to be, and so tell the 
navigator to read the directions again. And 
if we continue on this unmarked road, do we 
have an obligation to place markers for the 
next one who travels on it? 


In order to assess our position in the regional 
setting, here are eleven points to ponder. 
Undoubtedly there are others and these are 
perhaps over-simplified. But if we as indi- 
viduals are to be a credit to the region, the 
region to PCA, and PCA to the overall sports 
car movement, these points are worthy of 
our time, thought, effort and consideration. 


ATTENUATION 


Do we need to take a look at membership 
requirements? How can we monitor appli- 
cations from as far as 250 miles away? 
Regional membership is a geographical acci- 
dent, but why does the Porsche owner want 
to join PCA? Pano alone, the Treffen, social 
reasons, tech information? And once they 
join, what are we doing to hold their interest, 
encourage participation? Is it wrong to have 
standards? How can we cope with the trouble- 
maker, the non-participant, the free-loader 
and other petty grievance agitators? What 
can we do to police our own? What assist- 
ance can we reasonably be expected to give 
to new regions adjacent to ours, and those 
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who were once a part of our own region? 
How long has it been since you've talked 
enthusiastically about PCA to a non-member 
Porsche owner? 


APPRECIATION 


Are we taking too much for granted? Is credit 
being given where credit is due? Does the 
glossary of our maintenance manual include 
the expression “thank you,” or did that go 
out with the rumble seat? Can a person get 
the same feeling from fondling a fascia plate 
a day or two in the dust and sun (or cold 
and snow ) that a hearty pat on the back and 
a sincere “thank you” brings? Are award 
points enough for a worker to work for? Let’s 
face it, the salary leaves much to be desired! 
Is appreciation only a verbalization or is it 
also an intangible something that is ex- 
changed through mutual respect? Can the 
words be meaningful if the feeling isn’t 
there? 


LEADERSHIP 


Are the same individuals expected to do the 
same jobs year after year? What happens 
if this year’s leaders decide to loaf next year? 
What is being done to train new (or old) 
members in the responsibilities of the region? 
Are the rallyists, the racers, the technical 
enthusiasts pulling the region into isolated 
segments? What is needed to produce 
cohesion? 


FRIENDLINESS 


Are we as PCA members even medium 
friendly? Do we still wink and wave at other 
Porsches—even in city traffic? Is the stranger 
made to feel tolerated, if not welcome? Could 
you tell a Porsche owner where to get infor- 
mation or service in your area? Is the new 






(or old) member made to feel wanted, 
needed and important to the region? If a 
regular misses two or three meetings, does 
anyone find out why? 


FINANCES 


Is the “fun” worth the price? An individual, 
a club, or a sport (with rare exception ) is not 
long able to endure without financial sup- 
port. Should dues money be used to subsidize 
activities? Should profit from activities be 
used to subsidize club administration? Should 
one activity or event be expected to subsidize 
another activity or event? How much can we 
reasonably expect a worker on an event to 
take out of his own pocket in order to make 
an event a success? Should members in 
name only be expected to give their financial 
support to the activities which they do not 
or cannot attend? How far should we go in 
soliciting trophies, awards, cash, and other 
handouts from dealers, chambers of com- 
merce, and accessory stores? What provision 
should be made for non-members who par- 
ticipate in club events? How large or how 
small should the bank balance of the region 
be permitted to be? 


ACTIVITIES 


What is a good activity or event? Is an 
activity in which only ten percent of the 
membership enters a good activity? Are we 
in the business of conducting unprofitable or 
poorly attended events for a few members? 
How often should -a person be reasonably 
expected to work an event rather than enter 
it—or not participate at all? Should a club 
specialize or try to be all things to all mem- 
bers? Can a region be a racing club, a rally 
club, a parking lot event club, and an essen 
and trinken club all at the same time? Who 
should decide what activities a region should 
undertake? How should chairmen and offi- 
cials be selected and trained? What should 
the role of the regional officers be in the 
conduct of activities? 


PURPOSE 


Why does PCA exist? Why do we exist as a 
region? Are we better people or is the sport 
better for our having been a part of the 
sports car movement? Have we any long 
range goals for ourselves and the sport? Do 
we need one another? What would happen 
if we disbanded at midnight tonight? 


EDUCATION 


Are we properly meeting the needs of Porsche 
owners and enthusiasts to know more about 
their sport or car? Is each rally or other event 
a bit better than the last because we profited 
by our mistakes? Are we better drivers or 
better people because we learned something 
as a result of uniting with others of a like 
interest? Is PCA and the sport better off 


because its members are better off through 
belonging and taking part? What does sports 
car activity do for me that collecting stamps 
won't do? 


SAFETY 


What are our obligations to each other, to 
ourselves, to the sports as a whole, and to the 
public for safety? How should the flagrant 
violator be handled? Is my traffic violation 
just my business or is it the business of every 
other Porsche owner? Does it make sense 
to conduct a rigid inspection before a race 
and then allow any car that can get to the 
start line under its own power to enter a 
rally? How much longer are we going to sit 
on our bucket seats and watch our insurance 
rates rise and our coverage be reduced and 
restricted? Is our record worse than that of 
the average driver? What are we doing to 
improve our driving records as a group? What 
is our obligation to an injured entrant or 
official? What is SAFE? Is it a car in good 
mechanical condition, or is it that combined 
with an attitude—mature judgment, cour- 
tesy, consideration? How many times has 
each of us “lucked-out” in the last week? 


INTER-CLUB COOPERATION 


Is it time to work more closely with other 
sports car clubs in the area? Can we have a 
co-operative master calendar of sports car 
events for all area clubs, master mailing lists, 
a code of ethics, an inter-club council, and 
work together toward a common goal? Can 
we share our check point markers, gymkhana 
pylons, flags with other area clubs? 


PUBLIC RELATIONS 


How good are our public relations? How 
many of the uninitiated still believe that a 
sports car is a racer or a hot rod? Why does 
the press emphasize that a “high powered 
foreign sports car” is involved in an accident 
and fail to point out that the other car was a 
“gaudy Detroit Iron” or “an ancient domestic 
vehicle of questionable repair and tune?” 
What constructive things has our region done 
to improve the Porsche image in the public 
eye? Can we be content to stay out of the 
limelight in a negative way, or must we, as 
a group, do something to benefit driving in 
general and not ourselves alone? 


If something in these eleven points embar- 
rasses you, or confuses you, or red-lines your 
blood pressure, you're invited to write. Every 
activity, every group has its spokesmen, its 
leaders, its workers, its laggards. This is true 
in your region as well as ours. These prob- 
lems don’t belong exclusively to any of us. 
We've all had them, and either solved them 
or they’re still plaguing us. Take exception, 
agree, question. Let’s buckle the seat belts, 
turn on the ignition and have at it. 


Dottie Russler—with thanks to Jim 
Gail, DSCC, for the basic idea. 
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These photos by Tom Count show Passing Sequence on Curve 
#5. A. Birdcage (Sargent) hard pressed by Porsches starts 
to slide off raising dust, as Holbert #14 and Miles #9 
maintain line into corner. 
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B. ‘Cage loses speed, Porsches close in and slip by, still on 
good line. 


COLORADO SPEED WEEK 


It can now be said that racing in the Rocky 
Mountain Region has come of age and with 
it the promise of many more Porsche vic- 
tories. About twenty miles south of Denver 
lies Continental Divide Raceways (CDR), a 
2.8 mile course with ten corners. During the 
first weekend in July this course was to at- 
tract a bevy of nationally known drivers, with 
Porsches heading the list. 


The climax of the weekend was a 200-mile 
Monza-scored trophy race. This event divided 
the cars into two classes, over and under 
2000 cc. The talent was outstanding in the 
Porsche class led by Holbert, Miles, Donner, 
Ward and Patrick. As time trials ended and 
starting positions given, Holbert held the best 
time and pole position. The first race on 
Saturday was a nine-lap race for cars under 
2000 cc and as the green flag dropped on 
the “flying start,” Holbert was the first car 
into Corner No. One, followed by Miles, Don- 
ner and Ward. At the end of nine laps, Hol- 
bert had won in his Porsche RS61, with Miles 
second in an RS61, Donner held third in his 
RS61, and Ward was fourth in a Porsche RS 
Special. This looked fine to PCA members, 
but everyone now wondered how the Porsche 
would do against the larger class which 
boasted a 2.5 Ferrari Testa Rossa, several 
Bird-cage Maseratis, a Ferrari-Maserati, and 
at the beginning a Lotus with the large 
Coventry Climax engine. (This car lost its 
ring and pinion gear and did not make the 
starting flag for the 200-mile race. ) 


Augie Pabst was also slated for the starting 
field in a Scarab, but could not get the car 
to Denver in time. As it was, the starting 
lineup read: Holbert (RS61) and Sargent 
(Birdcage Maser) in the front row. Miles 
(RS61) and Ward (RS Special) shared row 
two. And in row three, Donner (RS61) and 
Patrick (Porsche 550 Special). The re- 
mainder of the field was made up of Ferraris, 
an Osca Corvette, a Jag special, stock Cor- 
vettes and a VW special. As the first 100 
miles began with a flying start, the Birdcage 
was the first car to complete one lap, only a 
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breath ahead of Holbert, Miles and Donner. 
A rollicking duel developed between the 
Porsches of Holbert and Miles for second 
place, both only two or three seconds behind 
the number one Birdcage. On the 14th lap, 
the big Maserati dug dirt on Corner No. five 
and both Holbert and Miles streaked by to 
place Porsches first and second. 


Then with only five laps left in the first 100 
miles, Holbert developed an oil seal leak, 
causing his clutch to slip. During these last 
five laps he dropped from first to ninth posi- 
tion. The final standings at the end of the 
first heat were: 1st, Miles; 2nd, Sargent; 3rd, 
Donner; 4th, Ward; 5th, Patrick. 


During the one-hour break all cars were 
worked on (including a new clutch and oil 
seal in Holbert’s No. 14) and when the sec- 
ond leg of the race was ready to begin, all 
reported to the starting line except Connell’s 
Ferrari-Maserati special. 


For those of you who have not seen a Monza- 
type race, it is run in two parts, giving a 
break at midpoint to repair cars. The only 
qualification is that the car must complete 
the Ist leg to be eligible for the 2nd. The 
starting order for the 2nd leg is determined 
by the finishing order of the Ist. Final 
standings are based on an average of the car 
position in both legs. 


The start of the 2nd leg was much the same 
as the first with Sargent’s Birdcage taking the 
number one position from the start. Miles 
— closely behind with Ward in 3rd 
place. 


Pushing his car to the ultimate, Holbert held 
9th position at the end of the first lap. Dur- 
ing the next twenty laps he slipped past one 
car after another and finally passed Miles to 
take over 2nd place. During the next four 
laps Holbert cut the lead of Sargent from 18 
seconds to 5. Whether or not Holbert would 
have passed Sargent’s Birdcage will never be 
known, for Sargent, attempting to lap an 
OSCA Corvette and a Porsche RSK on the 











C. Birdcage now ell out of line is passed in rapid order by 
Holbert and Miles. 


same turn was involved in a spectacular ac- 
cident. (No injuries, but when the dust set- 
tled the Corvette had climbed up and over 
the ’Cage’s derriere.) Holbert shot past the 
sliding spinning cars and stayed in front to 
win the 2nd heat. Second place went to Miles 
with Donner, Patrick and Ward in that order. 


Overall first place went to Miles with a Ist 
and 2nd place in two legs of the race. Second 
overall went to Donner with two 3rds. Due 
to car trouble and thus a poor showing in the 
first heat, Holbert could do no better than 5th 
overall, even though he showed his superior 
driving skill on both legs. 


PCA members can hold their heads high, for 
the Porsche has again shown that it is a car 
to be reckoned with on the racing circuit. 


Note: Due to the fact that both professional 
and amateur drivers were participating in 
this event, SCCA would not give its sanction. 
In a retaliatory action, FIA is now frowning 
upon SCCA licensed drivers competing 
against professionals. As a result, CDR has 
cancelled the remaining sports car events for 
1961, including the Rocky Mountain Grand 
Prix, which had hoped to draw such drivers 
as Moss, Bonnier, Ginther, etc. We of RMR 
sincerely hope that when the SCCA “Supreme 


Start of second heat. #38 is Twareg Special with Chrysler 
power. Ken Miles in #9, many Porsches rarin’ to go. 





D. #21 ends up behind ‘Miles while Holbert is even further 
ahead. 


Tribunal” meets during the month of July, 
enough changes will be made (either in 
policy or personnel) that we may again enjoy 
top sports car racing at CDR and other tracks 
around the country. 


Norm Eno 
Rocky Mountain Region 


Bob and Joann Donner watch as Nick Mattlinger checks carbs. 


Holbert #14 out-digs Miles at start. 











ROCKY MOUNTAIN REGION 


Back in the days when PCA was very young, 
Porsches in the west were few and far be- 
tween. You could drive for days through the 
mountains and deserts and never see another 
sports car, much less a Porsche. Those who 
owned one of the little beauties from Stutt- 
gart didn’t know that an organization existed 
which was made up only of Porsche owners. 
But some time during the summer of ’57, 
Fred Blume in Cheyenne heard about PCA 
and wrote for information. And just to show 
that minds often run in the same direction, 
Jim Pickens in Denver heard about it too at 
about the same time and National put 
Cheyenne and Denver into contact. 


Twenty-two Porsches made the jaunt, mostly 
from Denver, to the first organizational meet- 
ing at Warren Air Force Base in Wyoming on 
October 13, 1957. Bob Donner traveled nearly 
200 miles from Colorado Springs to see what 
it was all about. All but five of these early 
active members are still on the RMR roster. 


By November, suggestions were rolling in 
from National on what to do to make meet- 
ings interesting and to get participation from 
the members. They were also sending names 
of people here and there throughout Colorado 
who had heard of PCA and wanted to join. 


Communications were fairly simple in those 
days. It wasn’t much of a chore to get out a 
couple of dozen post cards to announce meet- 
ings. And one of the members wrote a 
column for the Denver Post, so there was no 
strain to get publicity. 


Because the members and potentials were 
scattered over a few thousand square miles, 
meetings were planned at various points in 
northern Colorado so that the distance 
wouldn’t be too great for anyone to travel. 
And holding meetings on Sunday afternoon 
facilitated attendance. However, as time went 
on more and more sports car clubs became 
active in the Denver area and there were 
soon too many events scheduled on Sundays 
to plan to have regular meetings on that day. 


As of November 1957 there were 14 members 
to carry on the activities of the embryonic 
and unchartered Colorado-Wyoming region. 
But the interest and enthusiasm can’t be 





measured in such numbers since 35-40 people 
regularly attended meetings. 


As early as January 1958 the germ of the idea 
for having our region host the Parade was 
planted in Fred Blume’s mind and when he 
returned from the third Parade with all the 
interesting commentary of the doings, the 
seed ripened for the whole group. He also 
wanted to be on the list for having the fac- 
tory representatives visit the region when 
touring the United States. The appearance 
of Wolfgang Raether and Eric Filius at the 
April meeting was the high point of the year’s 
activities. In fact, the ladies are still so im- 
pressed with Herr R.’s charm that meeting 
him is a designated must for everyone at- 
tending a Treffen or Parade. 


Meanwhile all the big and little details of 
organization went on and the Charter was 
granted to the Rocky Mountain Region in 
May 1958, signed by Blume, Key, Donner, 
Pickens, Current, Sarsfield. Only one of 
these is no longer with us. Ron’s family got 
too big in size and number for the Porsche, 
and he had to give up one or the other. We 
miss him. Already our territory had grown; 
including all of Colorado, Wyoming and 
Utah, and eventually we added the northern 
part of New Mexico. This presented special 
problems since those in and around Denver 
wanted to include the people at such far- 
away points as the Western Slope and Salt 
Lake City, but somehow felt as though we 
had created a scattered group of orphans. 
We still feel that way about the more remote 
points in Colorado, Wyoming and New 
Mexico, but at least the Utah members now 
have a group of their own. 


In order to draw the group more closely to- 
gether, President Alan Drew published the 
first Newsletter in September 1958. He must 
have used some magic charm, because he was 
able to get articles from more than a few of 
the members. After Alan transferred back 
East early in 59, the Newsletter dropped from 
sight until early in 1960, when it became 
necessary for mass communication in prep- 
aration for the Parade. Since then, Porsche 
Patter has been issued monthly and dis- 
tributed to RMR members, all other Regions, 
to prospective members, and to almost any- 
one else who wanted it. 


1959 was a rather unsettled year for the 
Region. In the spring our President was 
transferred out of the area, and in the fall 
our Secretary-Treasurer had to resign because 
of the pressure of other duties. Internal flux 
notwithstanding, the delegation that went to 
Nippersink was able to convince all and 
sundry that RMR should host the Parade in 
1960. Their accounts of the fun didn’t begin 
to imply the work that was necessary for such 
an event, and as a region we were remiss in 
not beginning sooner on a great many details. 
And even as with thee and me, the spadework 
got side-tracked until it was almost too late. 
The first organizational meeting, which 




























brought Bud Blake to Denver with a whole 
briefcase full of ideas, clued us in on the 
amount of preparation that was necessary— 
and also showed that all of us didn’t have 
the same ideas about what the Parade should 
be, or even where. 


If we seem to dwell on the V Parade, please 
forbear. Aside from the fact that it is the 
most monumental effort a single region can 
expend, as we look back at the whole thing, 
it was pretty presumptuous for a region so 
young, and one which was growing so rapidly, 
to undertake such a project. 


But we're getting ahead of ourselves. In 
January 1959 a regular meeting day and time 
were established and valiant effort was made 
to have a regular meeting place. Since the 
vast majority of the membership lived in the 
Denver area, the meetings in Cheyenne and 
Colorado Springs faded into memories of the 
good old days. Like Topsy, this provinciality 
just growed. Unfortunately the region has 
lost the participation of many members in 
the outlying areas who used to be quite active. 


In February the First Annual PCA Rally was 
held and immediately gained the reputation 
of being one of the most accurate rallies in 
the area. Starting at noon, there were a total 
of 67 cars entered, about three times the 
number we have been able to get since then 
with early morning starts. Denver seems to 
be a rally town. Last year there were rallies 
on 42 weekends, and you just can’t make 
them all. Of course there have been other 
hazards too, like the minus twelve degrees 
for the start of the Second Annual, and the 
miserable snowstorm that greeted the Third. 


In May, RMR had its first annual Hillclimb 
—which also turned out to be the last. Work- 
ing on the philosophy that our events should 
be primarily for the pleasure of our own 
members, and incidentally for other sports 
car drivers in the area, we discovered that too 
few of our cars were equipped with roll bars, 
etc. And our Treasury probably will never be 
so fat that we can afford big financial losses 
on any event. 


Continental Divide Raceways opened a few 
miles south of Denver in the Summer of ’59, 
and it proved to be a Porsche track. PCAers 
Bob Donner, Mike Collins and Charlie Lyon 
blew exhaust fumes at nearly everything on 
the track. We had our own RMR version of 
a Tent at some of the meets. What is really 
offered was about ten-square feet of shade 
if you brought your own chairs, beer and 
picnic lunch. Through some sharp maneu- 
vers over the telephone, 1960 at CDR was 
more hospitable to Porsches. We had a 
special parking lot for Porsches only—not 
having to fight fenders with the Detroit Iron 
and other sports cars big and little. During 
the noon break at one of the July meets, all 
the Porsches in the lot—about 80 of them— 
paraded twice around the track. A most im- 
pressive sight. 


The early part of 1960 is pretty much lost in 
the confusion and work of preparation for 
the Parade. By March we had stopped having 
business meetings as such, and incidentally 
stopped taking minutes. Any item worthy of 
note is announced to the entire membership 
through the Patter. Business of the Region 
is now handled by the Governing Council, 
and this leaves very little to bicker about 
during the regular meetings. We're pretty 
much of a social group anyhow, and would 
much rather dispose of business in as little 
time as possible—and bring on the entertain- 
ment. 


From the rather modest number of members 
in ’57 (14) the roster has grown steadily to 
106 at the end of 60. Considering normal 
attrition, our 61 count is excellent. Most of 
the early members are still very active, 
although some have become inactive for one 
reason or another. 


This year we have made a concerted effort 
to assign responsibility to the younger mem- 
bers, feeling that only by participating can 
we really enjoy PCA. The more working 
members we have, the better the Region; and 
some of us old timers can relax a bit more. 


As a region we have an enviable local repu- 
tation of putting on good and accurate events. 
Individually, we have many good and en- 
thusiastic rallyists, and perhaps err in not 
having more events of different kinds to 
satisfy those who don’t care to rally. We 
have some highly proficient technical skill in 
the group, and those who have it are always 
more than willing to help the members with 
ten thumbs. A few of us can afford to race. 
Some of us have never entered a Gymkhana, 
and wouldn’t know an Autocross, if we found 
ourselves in the middle of one. As in every 
organization, we have a few hardy souls who 
work at everything and a few who work at 
nothing. Collectively and individually we 
have a lot to learn about our Porsche, PCA, 
RMR and the people in it. We have a couple 
of good ideas hatching—like our Precision 
Driving Team—and wish we had a few more 
to consider. We are proud of our Region, but 
not complacent—which gives us lots of grow- 
ing room. 
Dottie Russler, 
Rocky Mountain Region 


NEW PRODUCTION AND 
SALES RECORDS 


Stuttgart: While automobile firms around 
the globe report a cut-down in the production 
of automobiles, Porsche reached for the first 
time a record in the production of cars during 
the month of June by producing 900 cars in 
June compared with 610 in 1960. Delivery 
time is, like in the past, four to five months. 
It was emphasized by the Porsche Sales De- 
partment that orders for the next twelve 
months have already been received. 
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DEVELOPMENT OF 
THE PORSCHE GEARBOX 


The Porsche gearbox has been discussed (and 
cussed) many times before. The following 
is an attempt to trace the progress of this 
transmission and its development to date. 
There have been quite a few changes over 
the years. 


The first Porsches used the Volkswagen crash 
gearbox virtually unchanged as VW used it. 
This was from the prototype in 1948 until 
the fall of 1952. As most of you know, this 
gearbox had no synchromesh at all, and it 
was essential to double-clutch for each gear 
change. Even then there was sometimes a 
little “crash”. Only a very good driver could 
change gears every time without too much 
noise. However, the gears were quite sturdy 
and would withstand a lot of “crashing”. In 
this respect, this gearbox was stronger than 
the synchromesh types which have followed 
it. Also, it was claimed there was not quite 
as much power loss due to internal friction 
as with synchromesh types. The ring and 
pinion, however, was a different story. It was 
not unknown for this to break or fail in the 
lowly Volkswagen with only 24 horsepower, 
so it follows that it also would in the Porsche 
with a great deal more horsepower. The gear 
ratios were far from ideal. High was very 
high and the three lower gears not spaced 
properly. Ring and pinion ratio was 7/31. 
Some Porsches used for racing in this country 
with these gearboxes were equipped with spe- 
cial gear ratios to overcome the handicap of 
the standard gears and were reasonably 
successful. 


Type 519 Gearbox 


Used from fall, 1952 (1953 models) to fall, 
1956 


Serial number located on top of bell housing 
to the rear of the starter motor (almost im- 
possible to read with engine and transmission 
in car). 


Oil Capacity: 2.65 qts. total 2.4 qts. to change 
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Optional Gears Available 
in 1955 


Standard Gear Ratios: 
Ring and Pinion 
Ring & Pinion 


Ist 11/35-A Ist 13/33-C Options 
2nd 17/30-B 8/35 Standard 2nd 16/31-A 
3rd 23/26-B 7/31 Optional 2nd 18/29-C 7/34 
4th 27/22-C 3rd 22/27-A_ 6/31 
3rd 24/25-C 
4th 26/23-B 
4th 25/24-A 


This gearbox was used in both Type 356 and 
356A models and the first Carreras and 550 
Spyders. It was a fully synchronized gearbox 
using the famous Porsche ring type syn- 
chromesh system on all 4 gears. The main 
housing was a Volkswagen synchromesh gear- 
box case suitably modified. There was no 
room for the reverse gear inside the housing 
as with the VW, so a new front cover was de- 
signed and the reverse gear train was placed 
therein. All bearings were changed to larger 
and different types to take the increased loads 
over a VW. This also involved changing the 
carrier bearing on the ring gear thrust side to 
a thrust type bearing to keep the ring gear 
exactly located under heavy loadings. 


The front gearbox mounting was changed no 
less than 3 times, to my knowledge, during the 
lifetime of this gearbox. This was done in 
search of better clutch action, elimination of 
noise transmitted from the gearbox into the 
chassis structure and directional stability. 
The first type was unchanged from the VW 
crash box type. This consisted of a circular 
rubber donut fitting over the front end of the 
front cover and then inserted into a circular 
recess in the chassis frame. A semi-circular 
plate and 2 bolts served to hold it in place. 
This type of mounting gave no trouble, but 
it transmitted quite a bit of noise into the 
chassis and was not very resilient. This lack 
of resilience resulted in clutch chatter and 
jerky operation as the clutch became slightly 
worn. 








In fall 1954 (1955 model) the front mount 
was changed to a bonded rubber type with a 
34’ rubber pad, sandwich bonded between 2 
metal plates. One plate fastened to the gear- 
box nose with 3 bolts and the other to the 
chassis by 2 studs and nuts. This mount 
transmitted less noise and greatly improved 
clutch action. However, the bonding was 
not strong enough for the loads involved, and 
even a partial breakdown of the bonding 
would result in extreme clutch judder and 
chatter. Chances are that very few cars with 
this mount have not had it replaced at least 
once. If you have one that has not been re- 
placed yet, it is probably overdue now. 


With the introduction of the Type 356A in 
fall 1955 (1956 model) the front mount was 
again changed. This time the front cover 
was redesigned to provide 2 forward facing 
lugs, angled outward to the left and right, at 
approximately 45°. Mounting lugs were also 
installed on the chassis opposite these. Be- 
tween the gearbox lugs and chassis lugs, 2 
large rubber bonded biscuits were mounted. 


A good deal of rubber was used to give plenty 
of resilience. This angled mounting helped 
promote directional stability by reducing gear- 
box movement sideways. Also the noise prob- 
lem was significantly reduced with this sys- 
tem. The fact that it was a good system is 
proven because it is still used on the 1961 
models. 

The internal parts of the 519 had very slight 
changes over this period of time. The syn- 
chromesh was changed in that very early 519 
gearboxes used shift sleeves and spiders with- 
out locks. These were very shortly changed 
to include a locking arrangement and made 
stronger. Spiders without the lock had nar- 
row and straight guides for the sleeve. Later 
ones with the lock had wider guides and the 
ends of the guides were angled outward even 
wider. The sleeve was grooved accordingly. 


The synchromesh was good, and unusual at 
that time in that all 4 speeds were synchro- 
mesh. However, let’s face it! This was not 
as effective as everyone would have liked. 
It was very easy to beat or override the syn- 
chromesh, and then it “crashed”. After some 
use (or abuse), Ist and 2nd synchro became 
rather ineffective and it was essential to 
double clutch on downshifts if you were in a 
hurry at all. In fact, at this time Porsche 
strongly recommended double clutching for 
all downshifts to help the synchro. 


One other problem that existed in the 519 
was that the shift fork and shift sleeves would 
wear out very soon because of maladjust- 
ment, or more likely, by the driver holding 
his hand on the gear lever while driving. 
Continuous pressure on the gear lever would 
force the fork against one side of the sleeve 
and cut off lubrication at this point, resulting 
in rapid wear of these parts. The end result 
was that the gears affected would jump out 
of mesh because the gear could not be fully 
engaged due to this wear, producing exces- 


sive clearance between the shift fork and 
sleeve. This usually happened to 3rd and 4th 
gears. It was possible to adjust the shift fork 
externally but if you adjusted it so 3rd would 
stay in, very possibly 4th would then jump 
out. The only way to fix this properly was to 
tear the gearbox down and replace the shift 
forks and sleeves. In late 1956 or early 1957 
these shift forks were changed to bronze. 
With this change the problem was eliminated 
completely. Still it is not a good idea to drive 
with your hand, or the passenger’s knee, on 
the gear lever. Engage the gear you want, 
fully, and take your hand off the lever. 


The 519 was used in the first 550 Spyders 
and was later adapted to take 5 speeds by 
using a new nose section that provided room 
for a low starting gear in addition to the 4 
in the main case. With the introduction of the 
Speedster in the fall of 1954, the 3rd and 
4th gears were changed to give more accelera- 
tion. 


Standard (Coupe & Cabriolet) Speedster 
3rd 23/26-B 3rd 22/27-A 
4th 27/22-C 4th 26/23-B 


Type 644 Gearbox 
From fall 1957 (1957 models) to fall 1958 


Serial number located on bottom of gearbox 
on center longitudinal rib. 


Oil capacity: 3.5 qts. total 3 qts. to change 


Gear ratios: The ratio of each gear in the 
gearbox was stamped on the bottom of the 
housing ahead of and at right angles to the 
serial number. There were 3 optional gears 
available for each of the forward speeds. 
These were called A, B and C; “A” being the 
lowest gear (highest numerically) and “C” 
the highest (lowest numerically). Also adja- 
cent to this stamping is the month and year 
of manufacture; i.e. 116 means November 
1956. 


1st 2nd 3rd 4th 
A 11/35 16/31 22/27 25/24 
B 11/34 17/30 23 /26 26 /23 
C 13/33 18/29 24/25 27/22 


Ring and pinion: 
7/31 Standard 7/34 and 6/31 Optional 
The main difference in this gearbox was that 
Porsche decided to make their own housing. 
They chose a tunnel type housing which is 
stronger than the split VW type. The pinion, 
mainshaft, gears, bearings and shifting mech- 
anism is preassembled into an intermediate 
plate. This is then inserted into the tunnel 
housing. The ring gear and carrier assembly 
is inserted into the tunnel housing. The ring 
gear and carrier assembly is inserted from 
the side by means of 2 side covers. Almost all 
internal components are identical with the 
516 transmission. The mainshaft and pinion 
bearings were changed as were the shift rods 

and interlock system. 


13 








One big advantage of the 644 is that a bent 
axle can be replaced without removing the 
gearbox and dismantling it as was the case 
with the 519. The axles can be removed 
with the ring gear, from the left side, without 
disturbing the engine or gearbox. 


The early 644 had large rubber O-rings to 
seal the side covers that contain the differen- 
tial carrier bearings. These O-rings were re- 
placed by paper gaskets after a short while. 
The front mounts were identical to the late 
519 type. However, they were found to be too 
soft for the Carerra or competition use, so 
special rubber mounts were used for these 
applications. Also metal retaining cups were 
fitted around the mounts to restrict and stiffen 
them from the middle of 1957. As of fall 
1957 (1958 models) the gear lever and heater 
knob were interchanged to bring the gear 
lever close to the hand. 


As we all know, the compensating spring 
fitted to the Super 90 today is a very effective 
device. This spring can be fitted to any car 
with the 644 housing, but not the 519. Money 
spent for the factory spring kit is well spent, 
even if it is more costly than others, as it is 
much more effective. 


Type 716 Gearbox 
From December 1958 to fall 1959 


Serial Nos. 25001 to 32000 (location same as 
Type 644) 


Oil Capacity: 3.5 qts. total 3.0 qts. change 


Gear ratio stamped as 716/0 or 716/2, etc. 
along with date of manufacture at right 
angle and forward of serial number. The 
Convertible “D”, when intended for the U.S.A.., 
was fitted with the 644 type gearbox with 
BBAB gears for some time during this period. 


Ist 2nd 3rd 4th 
716/0 11/34B 17/30-B 23/26-B 27/22C 
716/1 11/34B 17/30-B) 22/27-A 25/24-A 
716/2 11/34B 17/30-B  22/27-A 26/23-B 
716/3. -11/34-B  16/31-A =. 20/27-E_ = 25/24-A 
176/4 11/34B 16/31 20/27-E 24/25-3C 
716/5 = 11/34-B 16/31-A  20/27-E 23/26-3B 


Ring and pinion: 
7,31 Standard on all gear boxes 
7/34 and 6/31 listed as optional but not fac- 
tory installed. 


Normally only 716/0 and 715/2 gearboxes 
will be seen. The others are used for racing 
and hillclimbs with Carrera engines. As the 
car comes from the factory with standard 
gears (according to engine and body style), 
it is a very good compromise from almost all 
drivers and driving conditions. Serious racing 
or hillclimbing demands that gear ratios be 
changed as necessary. 


The big change in the 716 was a completely 
new synchromesh system. It is a very positive 
type having a self-servo action which auto- 
matically adjusts itself to the work. This is 
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accomplished by a small brake band segment 
which acts exactly like a self-energizing or 
leading brake shoe in a front wheel brake. 
There are 2 bands for each gear except low, 
which has one only. The change to this sys- 
tem involved changing all gears to accom- 
modate the new synchromesh elements. The 
needle bearings and bushings on the pinion 
that carry the gears were unchanged from the 
519. Shift forks and rods are as the 644. The 
clutch return spring and clutch lever arm 
were changed. 


One fault with this system was that early 716 
gearboxes would explode or break the 1st and 
2nd shift sleeve. This probably was caused 
by overworking the synchromesh going into 
low gear at very high speeds or very abruptly, 
causing excessive servo action in the synchro 
brake bands and literally exploding the sleeve. 
This appears to have been cured now, prob- 
-~ by changing the metallurgy of the shift 
sleeves. 


Now comes the good news This Type 716 
synchromesh can be installed in any 519 or 
644 type gearbox without any trouble other 
than the expense of the parts (which is con- 
siderable). If you are overhauling a 519 or 
644, it is wise to consider changing over to 
this type. All four gears can be converted or 
only 2; either 1st and 2nd, or 3rd and 4th. 


Parts required are: Part Numbers 


2 Shift sleeves 716.302.411.01 
2 Spiders 716.302.401.01 
1 Low Gear 716.302.021.11 
3 Gear Sets as per ratio desired—this 


(2nd, 3rd & 4th) is a good chance to change 


your gear ratios 


4 Synchronizing Rings 716.302.301.06 
3 Sliders 716.302.315.02 
1 Slider (low gear) 716.302.320.01 
4 Stops 716.302.317.02 
7 Brake Band Segments 716.302.316.02 
4 Lock Rings 716.302.321.01 


This type of synchromesh is also used in Eng- 
land by the British Motor Corp. in a 3-speed 
all synchro gearbox. It is fitted to the 1960 
Austin A.99 and Wolsely 6/99 6-cylinder sa- 
loons. Alfa-Romeo also uses this same system. 


Type 741 Gearbox 
Fall 1959 on (1960 356B models ) 


Serial Numbers: 32001 on. Located same as 
644 and 716. 


Oil Capacity: 3.75 qts. total 3.5 qts. change 


Gear ratios stamped the same as 716: i.e. 
741/0, 741/2, ete. and date of manufacture. 


Ring and Pinion: 7/31 Standard (7/34 and 
6/31 available as spare parts for subsequent 
installation but not from the factory installed 
in the car. The only 7/34 ring and pinions 
available today are in private owners’ hands. 
None are available through U. S. distributors, 








dealers or the factory. ) 


Ist 2nd 3rd Ath 
741/0 11/34B 17/30-B 23/26B 27/22-C 
741/1 11/34B 17/30-B 22/27-A 25/24-A 
741/2 11/34B 17/30-B 23/26B 27/23-D 
741/3 11/34B 16/31-A  20/27-E 25/24A 
741/4 11/34B 16/31-A 20/27-E 24/25-3C 
741/5  11/34B 16/31-A 20/27-E 23/26-3B 
741/6 11/34B 15/32 18/29-2C 20/27- 
741/7 ~=12/33 18/29-C 22/27-A 24/25-3C 
741/8 11/34B 17/30-B 22/27-A 26/23-B 


Normally only 741/0 and 741/2 types will 
be seen. 


With this new transmission a more or less 
backward step was taken by reverting to a 
single front transmission mount. This was 
mounted very low and used in conjunction 
with an adjustable radius strut on the right 
hand side from the transmission to the frame 
to stabilize the mount and promote directional 
stability. Also, the gearshift lever mechanism 
was completely redesigned by throwing away 
all of the monkey motion behind the front 
seats and following VW practice by going 
straight into the gearbox with the selector 
rod, thereby obtaining more direct and posi- 
tive shift action. This also permitted getting 
rid of the hump in front of the rear seats. 
The gearbox internals were unchanged other 
than the selector fork and shift rods. The 
limited slip differential unit was offered as 
optional equipment at this time. 


Almost immediately it was apparent that the 
single front mount transmitted more noise, 
and directional stability at high speeds also 
suffered. 


At Transmission No. 33392, 3rd and 4th gears 
were changed from the 519 type 2-row short 
needle rollers to caged-type, long needles bear- 
ing on the entire length of the inner surface 
of the gear, instead of only 2 paths at the 
outer ends. The late gears may be used with 
old type needles, but not old gears with the 
new long needle bearings. 


On January 15, 1960 at Serial No. 35001 
many more important changes were made. 
The front cover was redesigned to utilize 2 
front mounts as in 644 and 716 types. The 
inner gear selector and shift rails were en- 
larged and strengthened. Earlier types of 
the 741 can have these rails installed, but the 
single mount cannot be changed to two front 
mounts. 


I hope the foregoing serves to show some of 
the development and progress of the Porsche 
gearbox over the years. Items or arrange- 
ments that were not satisfactory have been 
changed several times in an effort to perfect 
handling, eliminate noise, and improve re- 
liability. Many parts that were used in the 
519 are still retained today in the 741, al- 
most 9 years later. This shows that it was a 
good basic design originally. Also, parts com- 
mon to the 741 can be used in the 519 and 


644. Some major parts that have not been 
changed from the 519 and are still used today 
are: 


lst and 2nd shift forks 

3rd and 4th shift forks 

Ring and pinion assembly 

Rear gearbox support 

Mainshaft 

Bushings and cages for lst and 2nd 
needle bearings 


This serves as a reminder that the Porsche is 
undergoing constant revision and change to 
improve it, while still retaining the fine, basic 
original conception and enabling a certain 
amount of parts interchange to be made so 
as to bring older units up to new standards 
or performance, by use of the new synchro 
system in 519 and 644 gearboxes, and in- 
stallation of the compensating spring on 644 
and 716 type gearboxes. I am sure the future 
holds even more and better developments in 
this part of the Porsche. 
Rod Bender 


ATTENTION ALL PCAers! 


Camshaft Timing Gears 


Camshaft Timing Gear coated with LM 64 
Liqui-Moly Anti-wear Protection. 


356B cars 


Engine Type 1600S 1600 S-90 678/4 


From Engine No. P-88 732 P-802 273 


678/4-132 
Effective: February 15, 1961 


As of the above date the engine types as out- 
lined are equipped with camshaft timing 
gears (Spare Part No. 528.05.101.1) which 
are sprayed with a 0.015 mm thick protective 
layer of LM 64 Liqui-Moly. This method in- 
creases the resistance to wear of the light 
alloy camshaft timing gear. 


When effecting repairs on type 1600S, 1600 
S-90, 616/4, 678/4 engines it is important 
that only camshaft timing gears with Liqui- 
Moly coating be installed, which are available 


under 
Spare Part No. 528.05.101.1 


The coated camshaft gears can easily be iden- 
tified by the grey layer on the tooth surface. 


The camshaft timing gears without the LM 
64 Liqui-Moly coating (Spare Part No. 528.- 
05.101) may be used for all the other engine 
types. 


Oil Supply To Main Bearing III 
356B cars 
Engine Type 1600 1600S 


Effective: immediately 


1600 S-90 


It has been found that under adverse condi- 
tions the above mentioned engines receive 
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insufficient lubrication for main bearing III 
and the adjacent connecting rod. 


For this reason all crankcases on hand will 
be delivered with an enlarged oil passage to 
bearing III as shown in the sketch item (c). 


This modification is to be performed on en- 
gines brought in for repairs when complete 
disassembly is involved. Crankcases on stock 
should also be modified as described below. 


1. Using a 6 mm diameter drill, bore out oil 
passage (c) which connects oil passage (b) 
of main bearing III to the main supply line 
d). 


To enlarge this passage, bore the 5 mm diam- 
eter channel (a-c) out with a 6 mm diameter 
drill, being careful not to damage the inside 
of channel (d). The approximate drill depth 
is 38 to 39 mm (1.50 in.). After boring the 
oil channels have to be cleaned thoroughly. 








2. Remove the dowel pin for main bearing 
III in 1600 and 1600S engines. Using a guide 
drill 12 mm diameter, enlarge the bevel at the 
dowel pin from 10 mm diameter to 12 mm 
diameter (15/32 in.). The guide pin should 
be 4.5 mm diameter. 


DRIVE CAREFULLY 


the Porsche you save may be your own. 

















PORSCHE TRIED THEM ALL... 


selected 


Fully aware that the suspension con- 
trol system is the key to driving com- 
fort and safety, Porsche engineers 
scanned the markets of two continents 
for the one shock absorber that was 


KONI—by unanimous vote because honestly engineered to provide un- 
precedented durability, dependability 





e It featured a superior precision-engineered, 


leakproof pressure cylinder that provided dual ...+ and the advanced factor, adjust- 
compensation for both bump and rebound stroke. ability. They chose KONI. 
e Shocks were easily installed and readily adjust- 
able to maintain their original damping force. For Porsche models 356A and 356B 
e Offered availability in a complete range of delivered price is $24.46 per KONI 
models and sizes to accommodate every Porsche ; i 
model .. . as well as other makes of cars. KENSINGTON PRODUCTS CORPORATION 


e An amazing long life and trouble-free operation ; 
guaranteed unmatched service and economy. (Exclusive Sales Agents fer the U.S.) 
STOCKED BY ALL PORSCHE DISTRIBUTORS Dopt. PP, 240 West 60th Sirest 

ASK YOUR DEALER OR WRITE US DIRECT New York 23 Phone: JU 2-9343 











Observations, Opinions and 





Developments from the West 


After observing the Porsche closely and 
checking its performance on such national 
rallies as the Great Canyon, Chisholm Trail, 
and Nebraska Golden Rod, we are still of 
the opinion that it is the outstanding rally 
car in use today. As in racing, Porsche 
proves a winner and we consistently find it 
listed in the top ten in all important rallies. 
It is tough, fast, reliable, roadable and com- 
fortable. Toughness and reliability seem to 
be ever increasing because we have noticed 
fewer and fewer Porsches with broken clutch 
cables, etc. 


One exception was the Porsche of John Ross 
and Lynn Ranney, eventual first place win- 
ners in the 1961 Chisholm Trail National 
Rally. Their car suffered a hole in its trans- 
mission case midway in the morning of the 
second day. They made it to the lunch stop 
and though neither of them knew anything 
about the repair of Porsches, they managed 
an efficient patch with epoxy glue and plastic 
aluminum which held through the finish and 
back to Kansas City. 


EQUIPMENT 


We notice many people who get as much 
satisfaction from rebuilding, modifying and 
rearranging their equipment and navigational 
system as they do from running the rally. 
About the only things common to all are 
pencil, paper and a car. Most of the serious 
rallyists have some type of hundredths-read- 
ing odometer and Curtas are becoming very 
common. Most Curta users seem very satis- 
fied with the little monsters—at least they 
have few if any complaints. However, long 
time “cranker” warn us not to become over- 
confident. Best advice seems to be to protect 
carefully from dust and to clean it frequently. 
Then become so familiar with its correct 
operation that you will instantly be able to 
detect even a slight deviation from normal. 
The computer designed by Capt. Thomas and 
similar gadgets are just beginning to appear 
out here. Without question the computer of 
Capt. Thomas is a good piece of machinery 
and well worth the cost. When it comes to 





selecting tires, Michelins seem to have a 
decided edge. We prefer them because of 
their excellent all weather utility in addition 
to their rally use. 


CLASSIFICATIONS 


We have often heard the argument as to 
whether or not rallyists should be classified 
according to the equipment being used. Most 
of the complaints seem to come from begin- 
ners and people who say they can’t afford the 
expensive equipment needed to WIN. Or 
from a group who say that rallying is no 
longer fun because they must attend to so 
much detail and calculate so accurately, etc. 


The only answer for this nonsense is NUTS! 
In the first place you don’t have to buy ex- 
pensive equipment—begin with something 
simple and then as your knowledge increases, 
purchase or make whatever equipment you 
feel makes rallying more accurate and en- 
joyable for YOU. We know of many com- 
petitors who consistently place high up in the 
winners list using modestly priced equip- 
ment. In several years of rallying around this 
part of the West with everything from pencil 
and paper on up, we have been beaten by 
many a good rallyist and by ourselves a few 
times, but never by equipment. The idea of 
classifying according to past performance or 
experience is being tried and probably has 
some merit. Beginners should be encouraged. 
However, a better system would include 
proper instruction by experienced rallyists. 
Take the time to show the beginner how, and 
don’t be too stingy about opening the ‘bag 
of tricks’. 


IN GENERAL 


Rallies have become more technical and dif- 
ficult. At the same time they have become 
more of a challenge and more overall fun. 
This challenge is extended not only to the 
contestant but to the rallymaster as well. 
The consistent low scores of today’s winners 
cannot be attributed entirely to the contest- 
ant’s skill. Rallymasters and checkpoint per- 
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sonnel must be of like ability. The SCCA 
National Rally program has done much for 
rallying by establishing a set of standards. 
We feel there is a challenge to local PCA 
regions to help their interested members be- 
come more proficient in this sport, thereby 
permitting more people to participate and 
help keep PCA and Porsche at the top. 


We have had a ball rallying for several years 
and have had our share of success. We think 
it is a fine way to play with cars, to travel 
and vacation (Party, if you like), to learn a 
little about calculators, measurements, 
watches, gear ratios and whatnot. It is an 
opportunity to relearn ‘reading, writing, and 
‘rithmetic’. Above all, rallying brings together 
some fine people from all parts of the country 
and you soon learn that Porsche People are 
among the best! 


Dr. Ben and Vivian Mayer 
Rocky Mountain, Region 


The Mayers have been sports car enthusiasts 
since 1953. After experimenting with three 
Jags, two TR’s and an MG, they purchased a 
1959 Super Cabriolet and joined PCA. They 
also belong to the Denver Sports Car Club 
and the SCCA. Their green cabriolet has be- 
come well known on the local, regional and 
national rally circuits. Dr. Ben and Vivian 
were rallymasters for the 1960 Parade Rally. 
This year they are Rallymasters for the SCCA 
Continental Divide National Rally, Septem- 
ber 22 and 23, headquartered at the Harvest 
House, Boulder, Colorado and are looking 
forward to greeting their many Porsche 
friends. 





























Dr. Harold Morgan’s “beauty” with 70,000 miles and some 
of the Trophies accumulated. 


Doc and B. Morgan enjoy rallying—and from 
a glance at the hardware they've collected, 
they're downright proficient. Doc’s 57 Super 
coupe has carried them through 63 rallys in- 
cluding six nationals. They've placed in the 
top ten three times on these. In case you're 
having trouble counting, there are 33 trophies 
arrayed, and the extra fascia plates are from 
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the pre-Porsche days. 


Special rallying gear includes a Halda and a 
very wide-awake navigator, B, who relies on 
a Marschalk Rally Figure-outer. 


In spite of the 73,000 miles on her, Doc keeps 
his beauty in Concours condition. At 63,000 
miles he rebuilt the engine and found the 
crankshaft to be perfect. In fact, the only 
major replacements were new bearings, 4 
cylinders and barrels. Not bad considering 
the condition of some of our rally roads. Just 
shows what happens when you get out in 
front and stay there. 


Doc also has the racing bug and a Special 
to go with it, although his son is hitting the 
tracks more often than Dad. With all this, 
Doc still has time for a busy osteopathic 
See. He was also President of RMR in 


RECENT AND READABLE 


While much has been written concerning 
Prof. Ferdinand Porsche, it is only this year 
that the first and only volume covering the 
entire background and accomplishments of 
the Stuttgart Automotive Genius has been 
published. 


“PORSCHE—the Man and his Cars” is a 

Robert Bentley book, printed in England. 

Written originally in German by Richard 

von Frankenberg, the translation into Eng- 

we been masterfully handled by Charles 
eisl. 


Von Frankenberg is perhaps the one journal- 
ist best able to cover this subject as an “in- 
sider”. He knew Prof. Porsche and was one 
of the first of the Porsche Factory Racing 
Drivers. He has long been associated with 
the House of Porsche as Editor of their maga- 
zine CHRISTOPHORUS and had access to 
material not usually available. 


The Porsche enthusiast will find new and fas- 
cinating details about Prof. Porsche and his 
cars on every one of the 223 pages in the 
book. From his first electric racing car to 
the modern RS series, the spirit and genius 
of the great designer come alive in every 
paragraph. Included are many rare photo- 
| ae beginning with the first Porsche- 
esigned racing car (1900) and concluding 
with the Porsche Diesel-Engined Tractor. Of 
special interest are Charts of all Porsche 
Racing records and achievements as well as 
the production records since 1931. 


The book concludes with an interview with 
the present head of the House of Porsche, 
Ferry Porsche. As a gift for the Porsche 
owner and enthusiast, this book is the Best 
Buy. Its a hard-back with list price at $7.50. 
PCA members may obtain it from the PCA 
Executive Office for only $6.00. Send your 
check to P.O. Box 3025, Alexandria, Virginia. 














Question 


Perhaps someone has a suggestion regarding 
continuous gasoline fumes inside the car 
when driving. It seems to become particu- 
larly evident upon hard acceleration; but con- 
tinues, or shall I say persists, in milder form 
most of the time. It is a nauseating mess and 
takes all the pleasure out of driving. 


My Porsche is a Normal 1600 Coupe, vintage 


about 1/1/57. 
Edmund F. Smith 
268 Duckpond Dr. 
Wantagh, L. I., N. Y. 


Answer 


Your trouble may be due to tired pushrod 
tube gaskets, thus you are getting leakage 
into the engine heater boxes. 


Question 


I would appreciate any information that you 
may have on super-tuning the Super 90. Such 
information as carburetion changes, ignition 
advance, advance-curve modifications, port- 
ing, etc. I do not want to open the engine— 
but any subtle suggestions for more belt in 
the back I'd like to hear about. Very little has 
been written on this subject—the Super 90, 
that is. 


Some mention has been made of complaints 
about the Drauz bodies. Is there some struc- 
tural defect that I should be on the lookout 
for? My Super 90 is a Drauz-bodied roadster. 


F. A. Timberlake 
169 Greenhaven Terrace 
Tonawanda, N. Y. 


Answer 


1. The Super 90 is the factory “power pack” 
of Porsche push-rod engines. The only trouble 
with the Super 90 for go is that the factory 
no longer makes the light and better handling 
Speedster body and they have burdened it 
with BBBD gearing. It is inconceivable to us 
how you can port a set of heads without open- 
ing the engine, as you don’t want to do; but 
you might try throwing some sand down the 
carburetor intakes and watch the fun. To be 
serious, we have seen a Super 90 Coupe go 
like blazes with the proper gears and careful 
tuning. You must start with gears with the 
90 and this takes money with a Porsche. 


Before you think of souping your 90, you 
might do well to check on the articles per- 
taining to camshaft timing gears and oil sup- 
ply to main bearing number three in this 
month’s Pano, just to keep it running nor- 
mally. Don’t forget to check to see if the 





‘number, 


holes in the rocker arms have been closed 
after 1500 miles of run in. 


2. There are no structural defects that we 
know of with Drauz-bodied roadsters, they 
just leak like sieves. 


IDENTIFICATION OF 
PORSCHE MODELS 


On the center spread of this issue of Pano- 
rama, we have listed the regular production 
model cars, 1950 thru 1960. For simplifica- 
tion, we have omitted Carrera engines and 
the various Spyder models. Col. one, lists 
year of production. This is not to be confused 
with MODEL. This shows the cars actually 
produced from January to December 31 of 
each year. Col. two, lists Type. This is the 
Type number of the complete car. There 
have been only three such Types or numbers; 
356, 356A, 356B. Col. three, Engine type. 
These numbers indicate the various TYPES 
of engines and show the size or capacity in 
cubic centimeters. The second part of the 
after the “slant,” indicates the 
internal Type number. 


Col. four shows the series of numbers that 
have been assigned to engines by types. All 
1100 Normal engines have a 10000 number, 
1300 Normal a 20000 number, 1300 Super a 
50000 number, 1500/527 (this was the 60 
h.p. engine which was produced before two 
engines came in operation, the Normal with 
55 h.p. and the Super with 70 h.p.) 1500 
Normal a 30000 number, 1500 Super a 
40000 number, 1600 Normal—60000, 70000 
and 600000 numbers, 1600 Super an 80000 
number, 1600 Super 90 an 800000 number. 
In front of each number you find the desig- 
nation “P-”. 


Cols. five, six and seven show body types. 
Starting in 1953 Coupes have 50,000, 100.,- 
000 and 110,000; Cabriolets (including re- 
movable Hardtops ) have 60,000 and 150,000. 
Speedsters, Convertibles and now Roadsters 
are assigned an 80,000 number. This will 
allow you to determine the year in which 
your car and engine were manufactured. The 
moment you want to determine the model 
year things become more difficult since it 
wasn’t until the mid-fifties that Porsche ad- 
justed to the American system of calling cars 
model 1955, 56, etc. In 1955 and 56 models 
started with the type 356A. In 56/57 and 
58 no big changes took place and the model 
year again was determined a little bit super- 
ficially by just calling it new model beginning 
with a certain chassis number. In 1959 the 
60 model started with the new model 356B, 
whereas the 61 model being exactly the same 
as the 60 was started with the chassis num- 
ber 112527 for Coupe, 153797 for Cabriolet 
and 88224 for Roadster. 
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CAR IMPORT INC 


1850 FRONTAGE ROAD, NORTHBROOK, ILLINOIS 


. and their Associated MIDWEST Dealers 


APPRECIATE AND THANK ALL PORSCHE 
PILOTS FOR THEIR PATRONAGE 


MINNEAPOLIS 


CEDAR RAPIDS 
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